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P r o g r e s s in highway cons t ruc t ion during the past year has been 

r e l a t i ve ly good and the ou t look for the future is m o r e f a v o r a b l e . Many of 

the difficulties that h a m p e r e d and delayed cons t ruc t ion in the f i rs t postwar 

y e a r s have c e a s e d to be adverse c o n t r o l s . 

Shortages of m a t e r i a l s , r i s ing p r i c e s , s c a r c i t y of t echn ica l and 

s u p e r v i s o r y men, are no longer the delaying f a c t o r s that they w e r e in 1946 

and 1947. The highway cons t ruc t ion p r i ce index used as r e f e r e n c e by the 

Bureau of Publ ic Roads dec l ined in each quarter of 1949, dropping 12,1 points 

during the yea r . P r i c e s of highway cons t ruc t ion ma te r i a l s and wage ra tes 

r e m a i n e d p rac t i ca l ly l e v e l throughout the y e a r . Techn ica l a s s i s t ance 

b e c a m e m o r e plentiful and plans fo r large p r o j e c t s w e r e c o m p l e t e d in 

m u c h greater quantity than in p reced ing y e a r s . 

Using past p e r f o r m a n c e as a yards t ick , highway cons t ruc t ion is 

p r o g r e s s i n g at c l o s e to a r e c o r d ra te . Cons ide r ing dollar vo lume only, it 

i s going forward at a r e c o r d ra te . The dol lar inves tment in F e d e r a l - a i d 

cons t ruc t ion comple t ed in 1949 was the highest in i ts 34-year h i s to ry . The 

cons t ruc t ion put in p l ace on act ive o r c o m p l e t e d p r o j e c t s cos t 837.5 mi l l ion 

d o l l a r s , of which 425,5 mi l l ion dol lars was paid with Federa l funds . P r o j e c t s 
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completed and opened to traffic during the year included 19.851 miles of 

primary, secondary, and urban highways, 3,140 bridges, and 645 railway-

highway grade crossings eliminated or protected or separation structures 

reconstructed. 

At the end of the year the active Federal-aid program was the 

largest in history. Projects had been approved for construction or were 

under way to cost over one billion dollars and involving over one-half 

billion dollars in Federal funds. The 4,400 projects aggregated nearly 

14,000 miles in length and included 2,900 structures. 

In your States construction must be very largely suspended during 

the winter months, but it may interest you to know that construction was 

begun on 1,650 miles of Federal-aid projects in November and on 870 

miles in December. 

The North Atlantic States have been apportioned about 21 per cent 

of the postwar Federal-aid funds, and progress in those States has been 

close to the national average. Of completed construction costing 1.8 billion 

dollars, 313 million dollars has been expended in your States, In the entire 

country 56,700 miles of highway have been completed. The figure for the 

North Atlantic States is 1,900 miles . The greater density of traffic and the 

higher types of improvement required in this area produce less mileage 

than might be expected f rom the expenditure as a national average. 

At the end of the year the North Atlantic States had 652 miles of 

highway and 313 structures under construction or approved for construction. 
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Percen t age of 
Year North Atlantic United States total in North 

States Atlantic States 

1946 $ 169,487,000 $ 747,772,000 22.7 
1947 208,933,000 904,851,000 23.1 
1948 367,182,000 1,165,379,000 31.5 
1949 435,437,000 1,186,753,000 36.7 

Jan. 1950 25,495,000^ 58,869,000 , 43.3 
TOTAL $1,206,534,000.1' $4,063,624, OOoi/ 29.7 

1/ Includes $151,585,000 for to l l fac i l i t i es . 

We can all take pr ide in what has been accompl i shed , but if we c o n ­

tent ou r se lves with only exceeding past r e c o r d s we shall not be pe r fo rming 

our duty to the publ ic . Pas t pe r fo rmance is no indication of the rate at 

wh ich highway i m p r o v e m e n t is needed now. We did not success fu l ly c a r r y 

The total cos t was es t imated at 292 mi l l ion d o l l a r s , of which 143.5 mi l l i on 

do l l a r s was to be paid with F e d e r a l funds. 

Improvements p r o g r a m m e d but not yet approved for cons t ruc t ion 

include 605 m i l e s of highway, to c o s t 170.5 mi l l i on do l la r s , and involving 

87 mi l l ion do l l a r s in F e d e r a l aid. Funds apport ioned to these States and 

not yet p r o g r a m m e d amount to 120 mil l ion d o l l a r s . 

In total highway cont rac ts awarded, both with and without F e d e r a l 

aid, the State highway departments of this Assoc ia t ion have shown a marked 

i n c r e a s e in each postwar yea r , and have p r o g r e s s e d at a rate better than 

the national average when c o m p a r i s o n is based on percen tages of m o t o r 

v e h i c l e s and f ac to r s cont ro l l ing apport ionment of F e d e r a l aid. The f igures 

a r e as f o l l o w s : 

C o s t of Highway W o r k Awarded to Contract by State Highway Departments 
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through the recen t war by only slightly exceed ing the effort in W o r l d War I. 

Our mil i tary leaders es t imated what it would take to defeat the enemy and 

the country p rov ided it. A s imi lar method of attack is the only hope of 

o v e r c o m i n g traffic conges t ion , delays and a high accident ra te , and of 

avoiding the great cos t ar is ing f rom them. 

The present demand for hiqhway s e r v i c e is on a sca le not 

approached at any t ime in previous e x p e r i e n c e . That bus inesses and 

people use the highways in such great numbers , fight their way through 

conges t ion and are not de te r red by obso le te condi t ions as to width, grade 

and curvature, is strong evidence of the neces s i t y of the t r ave l . 

There are now c l o s e to 44 mi l l ion m o t o r vehic les in the United 

States as compared with 32 mil l ion in 1940, an increase of c l o s e to 3? per 

cent . The additional veh ic les since 1940 demanding space to t r ave l a re 

somewhat m o r e than the total number in use in 1921. In our c i t i e s , where 

about half of the t ravel takes p lace , there is not the space for them, and 

the great vo lume of t ravel on rural roads jus t i f ies better faci l i t ies than 

are available. Actually, the new motor v e h i c l e s produced during the year , 

if parked bumper to bumper , would s t re tch out 20,000 mi l e s and occupy 

a lmost the entire new mi leage of Federa l aid comple ted during the calendar 

yea r , 

Highway p r o b l e m s are as urgent - perhaps even m o r e s o - in the 

North Atlantic States, as anywhere in the country . Eleven mi l l ion v e h i c l e s , 

or one-for th of the total, are concentra ted in this area. You have to p rov ide 

for 2.3 mi l l ion m o r e vehic les than in 1940, or an inc rease of 27 per cent . 
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It is estimated that motor vehicles t r ave led 216 b i l l ion vehic le 

mi les on the ru ra l roads of the United States last y e a r . F o r t y - f o u r 

b i l l ion veh ic le m i l e s were on the r u r a l roads of y o u r States. 

In 1948 the r e s p e c t i v e f igures were i 98 b i l l ion and 37 b i l l i o n . In 

that y e a r t ravel of all v e h i c l e s on ru ra l roads in your States was 130 per 

cent of that in 1936, but t r ave l of t rucks was 160 per cent , and the t o n -

m i l e a g e of c a r r i e d load was 210 per cent of that y e a r . 

The extent to which we are fai l ing to meet the needs of highway 

traffic in this area , and the great savings in the o v e r - a l l c o s t s of highway 

t ranspor t poss ib le through i n c r e a s e d highway expendi tures , are not known 

to anyone better than to the m e m b e r s of the State highway depar tments of 

this a rea . 

Our pos i t ive advance in the provid ing of highway fac i l i t i e s is not 

equal to the sum of those f a c t o r s opposed to a sa t i s fac tory mee t ing of the 

p r o b l e m . The i nc r ea sed numbers of v e h i c l e s , the i n c r e a s e d use of e a c h 

veh ic l e , the i n c r e a s e d tonnage, i nc r ea sed cos t l eve l s and i n c r e a s e d main te ­

nance c o s t , leave a large def ic i t . The t echno log ica l advance in const ruct ion, 

and pa r t i cu la r ly in m o r e product ive equipment , and to a greater o r l e s s 

extent, the lack of compet i t ion with other cons t ruc t ion , had brought 1940 

highway cos t s to the l owes t l eve l s ince 1920, excep t for the single d e p r e s ­

sion year of 1932, measur ing the p r i c e index for each year on the 1940 base . 

The en fo rced hol iday for highway const ruct ion during the wa r and the "after­

math cha rac t e r i zed b y the fac to r s just ment ioned , have c rea ted condit ions 
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which the public should better understand. Notwithstanding i n c r e a s e d 

expenditures do l la rwise , measured by tho producing value of the 1940 

dol lar , we were securing m o r e advance in new highways with the State-

Federal expenditures in 1936 than in any of the J 2 - y e a r intervening per iod 

until 1949, when we approximately equalled 1 9 3 6 in the value of new 

fac i l i t i es . 

A recapitulation of the r e c o r d s of t h i s n e w p rog ram, or ra ther 

severa l p r o g r a m s , of State-Federal coopera t ive highway deve lopment s , 

re f lec t s w i t h mathemat ical prec is ion that the t i m e e lement has been 

inevitably introduced, - t ime that is r e q u i r e d to b r i n g into ag reed act ion 

not on ly as previously the State h ighway d e p a r t m e n t s , but now the off ic ia ls 

of b o t h the rural communi t ies and t h e s e of the u r b a n c en t e r s . In the going 

p r o g r a m s , this agreement upon a c o m m o n object ive has extended to a very 

la rge number of all the existing a g e n c i e s h a v i n g ju r i sd ic t ion over public 

r o a d s . 

T h e s e re f lec t ions naturally l e a d to a r e - examina t ion of the routine 

establ ished for bringing the cooperat ive funds to the actual providing of 

those facil i t ies so re ly needed. In the p r i o r p e r i o d when the ob jec t ive was 

the improvement of the pr imary F e d e r a l - a i d r o a d system., we used the 

.-submission of the individual project statements w i thout too s e r ious delay 

as the initial s tep. When the new p rograms w._re authorized by the 1944 

Act , the single p ro jec t statement was r e -p laced by the p r o g r a m of mult i 

number of pro jec ts in the three ca t ego r i e s . T h e exper ience of four y e a r s 
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leads to a recognition of the fact that now, with the need to initiate three 

programs, each with its own characteristics, differing materially from 

either of the others, the time has come to proceed on a different bas i s . 

The experience of these postwar years clearly indicates that 

there are two definite phases involved in the efficient administration of 

the joint State-Federal funds, including such contributions or cost 

assumptions made by or required of the local communities. 

These phases are, first, the engineering surveys, plans, cost 

estimates and rights of way, and second, the construction of the projects 

after the plans and estimates have been closely determined by the first 

phase. The study of the records of the elapsed time between the allotment 

to the States of the Federal funds and the submission of programs, 

indicates that the engineering organization of the departments is delayed 

unduly by the necessity to make decisions that take time and that might 

well be in the making while the same time is profitably utilized in doing 

the engineering and acquiring the rights of way. 

Such a course would only recognize the existing fact that the first 

phase and the second, as here described, are separated by about a yearns 

t ime. 

It is now abundantly clear that the 1944 Act did not simply expand 

the going Federal-aid primary road program which bad been in operation 

28 years since the initial highway legislation. Kather the 1944 Act estab­

lished two new programs of great importance. The secondary rural and 
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the urban arterial road programs as definite undertakings involved not 

only largely new areas of administration for most of the State highway 

departments; they quickly presented a wide variety of economic and 

political problems. As used here, political does not have any relation to 

the implication of partisan politics, but rather the inescapable considera­

tion of the State-wide equities which must be a guiding principle of good 

administration by any State or Federal agency. The equities involved are 

interests, State-wide, which may vary between sections because of the 

non-uniformity of development and population placement even within the 

boundaries of a single State. So each community has its claims for fair 

treatment. There are wide disparities in the highway needs magnitudes 

between the different sections of each State. Time is needed for considera­

tion of these. For the securing of rights of way and relocation of persons : 

thus displaced in urban areas, time is needed. Because of these and many 

other administrative problems, the maturing of the first phase will always 

require much time. It is not good administration to tie up construction 

funds that might be providing new facilities during this period. Once the 

first phase is completed, relatively rapid progress can be made in placing 

the projects under contract. This fact is also indicated by the r e c o r d s . 

For these and other reasons we are now undertaking to develop a 

modified form of procedure which we hope will be of service to the States, 

and which we believe will make better use of the funds in securing urgently 

needed facilities. This new procedure will be based on the two-phase 



- 9 -

programming as here described, and will be optional as to its use by each 

State. Where adopted, this procedure should have the effect of providing 

the plans during one year for the construction program to follow the 

second year. It eventually should provide a backlog of plans available for 

stepping up employment if needed, and we believe will do away with many 

of the petty irritations which are the outgrowth of pressures to get work 

done. From all the indications the present year will be the most produc­

tive of the postwar years , and it is our wish in Public Roads to work with 

the State highway departments to this end. 


